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(57) ABSTRACT

A control device of the invention is applied for a hybrid
vehicle comprising an internal combustion engine, a motor
and a rotational position detector to detect a rotational posi-
tion of a rotary shaft of the motor. The control device per-
forms a procedure for obtaining an offset amount according to
a request for obtaining the offset amount, which offset
amount is a difference between a detected rotational position
of'the rotary shaft with the rotational position detector and an
actual rotational position of the rotary shaft. The control
device is configured to perform the procedure for obtaining
the offset amount while the engine is running, when the
vehicle stops and the control device determines that there is
the request for obtaining the offset amount.

4 Claims, 7 Drawing Sheets
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1
CONTROL DEVICE FOR VEHICLE

CROSS REFERENCE TO RELATED
APPLICATIONS

This application is a National Stage of International Appli-
cation No. PCT/JP2012/059896 filed Apr. 11, 2012, the con-
tents of all of which are incorporated herein by reference in
their entirety.

TECHNICAL FIELD

This invention relates to a control device for vehicle, which
control device is applied to a vehicle that has a motor, an
internal combustion engine and a rotational position detector
to detect a rotational position of a rotary shaft of the motor.

BACKGROUND ART

Hybrid vehicles with one or more motors and an internal
combustion engine as the drive source to generate driving
force to run the vehicles are conventionally designed. In par-
ticular, the hybrid vehicle drives by the configuration of trans-
mitting torque generated from one or both of the motor(s) and
the engine toward a drive shaft connected with drive wheels of
the vehicle. The hybrid vehicle is simply hereinafter referred
to as “vehicle” for the sake of convenience.

On this kind of motor, the rotational position of the rotary
shaft is detected with a rotational position detector (e.g., A
resolver that enables the detection of the rotational position of
the rotary shaft based on voltage excited due to electromag-
netic induction between a rotator and a stator) in order to
control the amount of torque generated on the rotary shaft and
the rotational speed of the rotary shaft so as to be appropriate
values according to operational statuses of the vehicle. How-
ever, the rotational position of the rotary shaft “detected” with
the rotational position detector does not necessarily match the
“actual” rotational position of the rotary shaft in general, due
to variations in mounting position of the motor and the rota-
tional position detector on the vehicle and manufacturing
variations of the motor and the rotational position detector
themselves.

For this reason, the motor is operated while considering the
difference between the rotational position of the rotary shaft
detected by the rotational position detector and the actual
rotational position thereof (hereinafter referred to as “offset
amount”) on the vehicle with this kind of motor.

One of conventional control devices for vehicles (herein-
after referred to as “conventional device”), for example, is
applied to a vehicle that has a transmission integrally com-
posed of a motor and a rotational position detector (resolver),
and stores an offset amount in a storage device installed in the
transmission, which offset amount was obtained in advance
(for example, see the patent literature 1). The conventional
device then operates the motor in consideration of the
obtained offset amount. As described above, an offset amount
of the rotational position detector has been desired to be
recognized to operate the motor properly.

CITATION LIST
Patent Literature 1: JP2005-276169A
SUMMARY OF INVENTION
1. Technical Problem

In cases where a failure of a member (e.g., the motor or the
rotational position detector) having an impact on offset
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2

amount occurs, the member may be replaced or repaired. In
this case, an offset amount before the member having the
impact thereon is replaced or repaired does not necessarily
match to an offset amount after the member is replaced or
repaired due to the variations described above. It is hence
desirable in this case that the updated offset amount after the
replacement or the repair of the member having an impact
thereon is obtained again.

For example, regarding a vehicle employing the conven-
tional device, the transmission is dismounted from the vehicle
in the case that a failure of the motor occurs. Next, when the
motor is replaced or repaired, the updated offset amount of the
rotational position detector is obtained by a predetermined
method (in particular, a method to obtain an offset amount
based on an excited voltage occurred in the motor when
applying an external force to rotate the rotary shaft of the
motor) “before” the transmission is mounted on the vehicle.
Then, the obtained offset amount is stored in the storage
device. After that, the transmission is mounted in the vehicle.

The method employed in the conventional device has the
merit of preventing the vehicle from running without obtain-
ing the updated offset amount since the offset amount was
obtained at the time of mounting the new motor (transmis-
sion) on the vehicle. However, the above method has the
demerit of requiring complicate processes to conduct the
method since the method needs special devices (e.g., a device
to apply the external force to rotate the rotary shaft of the
motor, and a device to detect the excited voltage occurred in
the motor) and the method needs to be conducted at a specific
place (e.g., at an automobile repair shop) by a specific engi-
neer.

Inview of the above, in the case that the member having an
impact on offset amount is replaced or repaired, a procedure
for obtaining offset amount can be performed “after” mount-
ing the member on the vehicle along with normal operations
of'general users ofthe vehicle (e.g., an operation of turning on
a switch to activate the vehicle). However, when performing
the procedure for obtaining offset amount, specific instruc-
tion signals (e.g., an instruction value in voltage to generate a
specific rotating magnetic field around the rotor of the motor)
are generally sent to the motor. Then, when the motor oper-
ates according to the instruction signal, some noise caused by
the operation (hereinafter referred to as “noise during obtain-
ing offset amount”) may occur. For example, the noise during
obtaining offset amount may occur due to vibrations of parts
of'the motor, which vibrations relates to the carrier frequency
used in the PWM control (Pulse-Width Modulation control)
to set voltage value according to the above instruction signal.

The noise during obtaining offset amount may cause an
uncomfortable feeling on the user of the vehicle since the
procedure for obtaining offset amount is generally operated
regardless of the user’s intention (that is, a control device in
the vehicle operates the procedure without the user’s instruc-
tion).

In view of the above technical problems, it is an object of
the present invention to provide a control device for hybrid
vehicle, which control device can obtain offset amount of a
rotational position detector mounted on the hybrid vehicle
without causing uncomfortable feeling on users of the vehicle
as far as possible.

2. Solution to Problem

The control device of the present invention, for solving the
above technical problem, is applied to a hybrid vehicle com-
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prising an internal combustion engine, a motor and a rota-
tional position detector to detect a rotational position of a
rotary shaft of the motor.

The control device of the present invention comprises a
configuration to perform a procedure for obtaining an offset
amount according to a request for obtaining the offset
amount, which offset amount is a difference between a
detected rotational position of the rotary shaft with the rota-
tional position detector and an actual rotational position of the
rotary shaft.

Furthermore, the control device is configured to perform
the procedure for obtaining the offset amount while the
engine is running, when the vehicle stops in the case that the
control device determines that there is the request for obtain-
ing the offset amount.

In general, a running vehicle generates noise (so-called
road noise) caused by its wheels contacting to land surface.
Hence, the user of the vehicle is more likely to recognize the
noise during obtaining offset amount when the vehicle stops
compared with the case when the vehicle is running (in other
words, when there is road noise), even if the magnitude of the
noise during obtaining offset amount is the same.

In view of the above, the control device of the above con-
figuration performs the procedure for obtaining the offset
amount while the engine is running, when the vehicle stops in
the case that the control device determines that there is the
request for obtaining the offset amount. For example, if the
engine does not run when determining that there is the request
for obtaining the offset amount, the engine is started before
performing the procedure for obtaining offset amount. As a
result, the user of the vehicle is less likely to recognize the
noise during obtaining offset amount compared with the case
when the engine is not running, since the noise is transmitted
to the user along with engine noise generated from the run-
ning engine (e.g., operating sounds of members constituting
the engine). Thus, the control device prevents the noise during
obtaining offset amount from being recognized by the user of
the vehicle as far as possible, and consequently obtains the
offset amount without causing uncomfortable feeling on the
user of the vehicle as far as possible.

The “motor” may be a motor that can be applied to hybrid
vehicles, and is not specifically limited in its type, structure
and the number thereof mounted in the vehicle. The motor
may have not only a function to output torque to run the
vehicle but also a function to generate electric power (regen-
erate electric power) by using energy input from outside.

The “rotational position detector” may be a detector that
can detect the rotational position of the rotary shaft (i.e., the
angle of rotation when the rotary shaft rotates), and is not
specifically limited in its structure and the number thereof
installed in the vehicle. The rotational position can be
detected as a degree of rotation of the rotary shaft (an absolute
angle or a relative angle) with reference to a predetermined
base position (e.g., the position where the angle of rotation is
zero). Examples of the rotational position detector include a
resolver.

The “offset amount” may be an amount (value) corre-
sponding to the difference between a detected rotational posi-
tion of the rotary shaft of the motor detected with the rota-
tional position detector and an actual rotational position of the
rotary shaft, and is not specifically limited in its particular
parameter employed as the offset amount. Examples of the
offset amount include the difference between degrees of rota-
tion of a detected rotational position and an actual rotational
position (e.g., the difference between absolute angles) and a
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parameter relating to the difference between degrees of rota-
tion (e.g., a parameter that increases with increasing amount
of the difference).

The “request for obtaining offset amount” may be a request
supplied to the control device as needed, and is not specifi-
cally limited. For example, the request for obtaining offset
amount may be supplied to the control device when the dif-
ference between the actual offset amount and the obtained
offset amount in the control device (e.g., an offset amount
stored in a memory if the control device has the memory) is
more than a predetermined degree or when the degree is likely
to be more than the predetermined degree. Furthermore, the
request for obtaining offset amount may be supplied to the
control device when a member having an impact on the offset
amount (e.g., the motor and the rotational position detector) is
replaced or repaired, when a predetermined time has passed
since the present offset amount used to operate the motor was
obtained (i.e., since the previous time of obtaining the offset
amount), and when a condition to obtain the offset amount
considering to operational statuses of the motor (e.g., the
difference between a requested torque to the motor and an
actually generated torque is equal to or more than a predeter-
mined value) is satisfied.

In particular, when a member having an impact on the
offset amount is replaced or repaired, examples of the method
to supply the request for obtaining offset amount to the con-
trol device include one or both of a method in which an
engineer who has carried out the replacement, etc., supplies
the request for obtaining offset amount to the control device in
accordance with a work procedure manual, and a method in
which the control device itself recognizes the replacement,
etc., by using a predetermined technique and then determines
that there is the request when recognizing accordingly.

In addition, the “member having an impact on the offset
amount” may be a member that has any impact on the offset
amount, and is not specifically limited. Examples of the mem-
ber having an impact on the offset amount include a motor, a
rotational position detector, a member to fix the motor and the
rotational position detector on a vehicle, a transaxle in which
the motor, the rotational position detector and a gearing sys-
tem are stored, and a part of the control device which part
stores the offset amount.

The “procedure for obtaining the offset amount” may be a
procedure that can obtain the offset amount of the rotational
position detector, and is not specifically limited in its specific
process, conditions to perform the procedure and required
accuracy for obtaining the offset amount. Examples of the
procedure for obtaining the offset amount, in the case that a
resolver is employed as the rotational position detector,
include a procedure where the offset amount is obtained
based on the d-axis voltage when the d-axis current and the
g-axis current in the magnetic polar coordinate system (the
d-q coordinate system) of the motor are zero (for example,
please see JP 2004-266935), and a procedure where the offset
amount is obtained based on the value of the g-axis current
while generating a predetermined detective magnetic field
around the rotor of the motor generator at rest.

In addition, the procedure for setting a reference position
for the rotational position (e.g., a position at which the rota-
tional position is assumed to be zero) in consideration of the
obtained offset amount is hereinafter referred to as “origin
point correction”.

The control device of the present invention is not specifi-
cally limited in the configuration of the hybrid vehicle to
which the control device is applied. For example, as a specific
embodiment, the control device of the present invention may
be applied to the hybrid vehicle comprising:
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a first motor having a rotary shaft connected to an output
shaft of the engine and is rotatable even when the vehicle
stops, and a second motor having a rotary shaft connected to
a drive shaft of the vehicle and is non-rotatable when the
vehicle stops, as the motor; and

a first rotational position detector to detect a rotational
position of the rotary shaft of the first motor, and a second
rotational position detector to detect a rotational position of
the rotary shaft of the second motor, as the rotational position
detector.

In the case that the control device of the present invention
is applied to the above hybrid vehicle, the control device may
be configured:

to perform a procedure for obtaining a first offset amount
according to a request for obtaining the first offset amount,
which first offset amount is a difference between a detected
rotational position of the rotary shaft of the first motor with
the first rotational position detector and an actual rotational
position of the rotary shaft, and

to perform a procedure for obtaining a second offset
amount according to a request for obtaining the second offset
amount, which second offset amount is a difference between
a detected rotational position of the rotary shaft of the second
motor with the second rotational position detector and an
actual rotational position of the rotary shaft.

Furthermore, in the above case, the control device may be
configured:

to perform, when the vehicle stops in the case that the
control device determines that there is the request for obtain-
ing first offset amount, the procedure for obtaining the first
offset amount while the rotary shaft of the first motor is
rotating along with a rotation of the output shaft of the run-
ning engine; and

to perform, when the vehicle stops in the case that the
control device determines that there is the request for obtain-
ing second offset amount, the procedure for obtaining the
second offset amount while the engine is running.

The control device of the above configuration performs the
procedure for obtaining first offset amount and the procedure
for obtaining second offset amount while the engine is run-
ning, and consequently the control device can obtain the first
offset amount and the second offset amount without causing
uncomfortable feeling on the user of the vehicle as far as
possible.

Furthermore, the procedure for obtaining offset amount
generally includes a step to obtain information about the
rotational position of the rotary shaft of the motor and a step
to specity the offset amount based on the obtained informa-
tion. In general, information obtained while the rotary shaft of
the motor is rotating is superior in terms of accuracy com-
pared with that obtained while the rotary shaft of the motor is
not rotating. In other words, an offset amount obtained while
the rotary shaft of the motor is rotating is superior in terms of
accuracy compared with that obtained while the rotary shaft
of the motor is not rotating.

In view of the above, in the control device of the above
embodiment, the offset amount (first offset amount), which
relates to the first motor having the rotary shaft that is rotat-
able when the vehicle stops, is obtained while the rotary shaft
is rotating. On the other hand, the offset amount (second
offset amount), which relates to the second motor having the
rotary shaft that is non-rotatable when the vehicle stops, is
obtained while the rotary shaft is not rotating. Hence, the
control device can obtain the first offset amount and the
second offset amount accurately as far as possible in the
vehicle having the above configuration.
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On the other hand, in the control device of the above
embodiment, the order of the procedure for obtaining first
offset amount and the procedure for obtaining second offset
amount is not specifically limited. In other words, the proce-
dure for obtaining first offset amount and the procedure for
obtaining second offset amount may be performed in this
order, the procedure for obtaining first offset amount may be
performed after the procedure for obtaining second offset
amount, and the procedures may be concurrently performed.

For example, as a specific embodiment, the control device
of the present invention may be configured to perform the
procedure for obtaining the first offset amount and the proce-
dure for obtaining the second offset amount in this order,
when the control device determines that there is both of the
request for obtaining the first offset amount and the request
for obtaining the second offset amount.

As described above, the motor installed on the hybrid
vehicle is controlled so that its torque on the rotary shaft and
its rotational speed of the rotary shaft match to predetermined
target values in consideration of the offset amount. Hence, if
the motor is operated without using appropriate offset
amount, the motor is not controlled properly and then the
performance of the motor do not as good as the original
performance.

In view of the above, as a specific embodiment, the control
device of the present invention may be configured to prohibit
the vehicle to run until the offset amount is obtained by
performing the procedure for obtaining the offset amount,
when the control device determines that there is the request
for the obtaining offset amount.

In particular, as a specific embodiment, the control device
of the present invention may be configured:

to prohibit the vehicle to run until the first offset amount is
obtained by performing the procedure for obtaining the first
offset amount, when the control device determines that there
is the request for obtaining the first offset amount; and

to prohibit the vehicle to run until the second offset amount
is obtained by performing the procedure for obtaining the
second offset amount, when the control device determines
that there is the request for obtaining the second offset
amount.

As a result of the above configuration, the control device
can run the hybrid vehicle with appropriate offset amounts as
far as possible.

As explained above with the several embodiments, the
control device of the present invention has the effect that it can
obtain offset amount(s) of rotational position detector(s)
mounted on a hybrid vehicle without causing uncomfortable
feeling on users of the vehicle as far as possible.

BRIEF DESCRIPTION OF DRAWINGS

FIG. 1 is a schematic diagram of a vehicle to which a
control device according to the first embodiment of the inven-
tion is applied.

FIG. 2 is a schematic flowchart illustrating the way of the
control executed by the control device according to the first
embodiment of the invention.

FIG. 3 is a flowchart illustrating a routine executed by a
power management ECU in a control device according to the
second embodiment of the invention.

FIG. 4 is a flowchart illustrating a routine executed by the
power management ECU in the control device according to
the second embodiment of the invention.

FIG. 5 is a flowchart illustrating a routine executed by the
power management ECU in the control device according to
the second embodiment of the invention.
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FIG. 6 is an alignment chart of a planetary gear train.

FIG. 7 is a flowchart illustrating a routine executed by a
power management ECU in a control device according to the
third embodiment of the invention.

DESCRIPTION OF EMBODIMENTS

Hereinafter, embodiments of the control device of the
present invention (the first embodiment to the fourth embodi-
ment) will be described by referring to the drawings.

1. First Embodiment

<Qutline of Device>

FIG. 1 illustrates a schematic configuration of a system in
which the control device according to the first embodiment of
the present invention (hereinafter referred to as “first device”™)
is applied to a hybrid vehicle 10. The hybrid vehicle 10 is
hereinafter simply referred to as “vehicle 10” for the sake of
convenience.

The vehicle 10 has, as illustrated in FIG. 1, a motor gen-
erator MGG1, a motor generator MG2, an internal combustion
engine 20 (hereinafter simply referred to as “engine 20™), a
power distribution mechanism 50, a rotary shaft 41 of the
motor generator MG1, a rotary shaft 42 of the motor genera-
tor MGG2, a power transmission mechanism 50, a drive shaft
53 of the vehicle 10, a battery 61, a first inverter 62, a second
inverter 63, a power management ECU 70, a battery ECU 71,
amotor ECU 72, an engine ECU 73, and a plurality of sensors
81-85, 91-98 (including resolvers 97, 98). In addition, In
addition, ECU stands for “electric control unit” and is an
electric control circuit that has, as the main component, a
microcomputer including a CPU, a ROM, a RAM, an inter-
face, etc.

The motor generator MG1 is a synchronous motor genera-
tor that can work as the both of an electric generator and an
electric motor. The motor generator MG1 is referred to as the
first motor generator MG1 for the sake of convenience. The
first motor generator MG1, in this embodiment, mainly
serves as an electric generator. The first motor generator MG1
has a rotary shaft 41 (hereinafter referred to as “first shaft”).

The motor generator MG2 is a synchronous motor genera-
tor that can work as the both of an electric generator and an
electric motor, which is the same as the first motor generator
MG1. The motor generator MG2 is referred to as the second
motor generator MG2 for the sake of convenience. The sec-
ond motor generator MG2, in this embodiment, mainly serves
as an electric motor. The second motor generator MG2 has a
rotary shaft 42 (hereinafter referred to as “second shaft”).

The second motor generator MG2 has a rotor connected to
the rotary shaft 42 and a stator. The second motor generator
MG?2 is configured to output torque on the rotary shaft 42 (i.e.,
generate force in the direction to rotate the rotor) by the
sequential application of electric current to circuits (winding
wires) therein so as to sequentially generate magnetic fields in
the direction where the rotor rotates with respect to the stator,
which circuits correspond to each magnetic fields. In addi-
tion, the configuration of the first motor generator MG1 is the
same as that of the second motor generator MG2 except that
it outputs torque on the rotary shaft 41.

The engine 20 is a four-cycle spark-ignited multi-cylinder
internal combustion engine. The engine 20 has an intake
passage part 21 including an intake pipe and an intake mani-
fold, a throttle valve 22, a throttle valve actuator 22a, a plu-
rality of fuel injectors 23, a plurality of ignition devices 24
including ignition plugs, a crankshaft 25 which is the output
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shaft of the engine 20, an exhaust manifold 26, an exhaust
pipe 27, and exhaust purification catalysts 28a, 285.

The throttle valve 22 is rotatably supported on the intake
passage part 21. The throttle valve actuator 22q is configured
to rotate the throttle valve 22 in response to an instruction
signal from the engine ECU 73 so as to change the cross-
sectional area of the intake passage part 21.

Each of the plurality of fuel injectors 23 (note that single
fuel injector 23 is illustrated in FIG. 1) is installed on the
engine 20 so that the discharge hole thereof is exposed in each
intake port connected to the combustion chamber. Each fuel
injector 23 is configured to inject a predetermined amount of
fuel into the intake port in response to an instruction signal
from the engine ECU 73.

Each of ignition devices 24 is configured to generate igni-
tion sparks in the combustion chamber belonging to each
cylinder at specific ignition timings (time of ignition) in
response to an instruction signal from the engine ECU 73.

The crankshaft 25 is connected to the power distribution
mechanism 50 and enables the torque generated from the
engine 20 to input to the power distribution mechanism 50.

The exhaust purification catalysts 28a, 285 is installed at a
portion of the exhaust manifold 26 to which portion the
exhaust gas is to be collected and the exhaust pipe 27 lay
downstream of the exhaust manifold 26. The exhaust purifi-
cation catalysts 28a, 285 are configured to purify unburned
matters (e.g., HC and CO) and nitrogen oxide (NOx) emitted
from the engine 20.

The power distribution mechanism 50 has a well-known
planetary gear mechanism 31. The planetary gear mechanism
31 has a sun gear 32, a plurality of planetary gears 33 and a
ring gear 34.

The sun gear 32 is connected to the first shaft 41 of the first
motor generator MG1. Hence, the first motor generator MG1
can output torque to the sun gear 32. To the contrary, the first
motor generator MG1 can generate electricity when being
rotationally-driven by a torque input from the sun gear 32 to
the first motor generator MG1 (i.e., the first shaft 41).

The sun gear 32 engages to the planetary gears 33 (that is
connected to the crank shaft 25 of the engine 20 via the
planetary carrier 35). Furthermore, the sun gear 32 can rotate
even when the ring gear 34 (that is connected to the drive shaft
53 of the vehicle 10 via a plurality of gears, as described
below) does not rotate. As a result, the rotary shaft (first shaft)
41 of the first motor generator MG1 is connected to the output
shaft (crank shaft 25) of the engine 20 and can rotate even
when the vehicle 10 stops (that is, even when the drive shaft
53 does not rotate).

Each of the plurality of planetary gears 33 engages with the
sun gear 32 and also engages with the ring gear 34. The rotary
shaft (rotation axis) of the planetary gear 33 is fixed on a
planetary carrier 35. The planetary carrier 35 is supported in
the mechanism so as to be coaxially rotatable with the sun
gear 32. The ring gear 34 is similarly supported in the mecha-
nism so as to be coaxially rotatable with the sun gear 32. As a
result, the rotating planetary gears 33 can revolve on the outer
periphery of the sun gear 32. The planetary carrier 35 is
connected to the crankshaft 25 of the engine 20. As a result,
the planetary gears 33 can be rotationally-driven by a torque
input from the crankshaft 25 to the planetary carrier 35.

Additionally, the planetary gear 33 engages with the sun
gear 32 and the ring gear 34, as described above. As a result,
when the planetary gears 33 input torque to the sun gear 32,
the sun gear 32 is rotationally-driven by the torque. When the
planetary gears 33 input torque to the ring gear 34, the ring
gear 34 is rotationally-driven by the torque. To the contrary,
when the sun gear 32 inputs torque to the planetary gears 33,
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the planetary gears 33 are rotationally-driven by the torque.
When the ring gear 34 inputs torque to the planetary gears 33,
the planetary gears 33 are rotationally-driven by the torque.

The ring gear 34 is connected to the second shaft 42 of the
second motor generator MG2 via a ring gear carrier 36.
Hence, the second motor generator MG2 can output torque to
the ring gear 34. To the contrary, the second motor generator
MG?2 can generate electricity when being rotationally-driven
by a torque input from the ring gear 34 to the second motor
generator MG2 (i.e., the second shaft 42).

The ring gear 34 is connected to the drive shaft 53 via the
plurality of gears described below (e.g., an output gear 37, a
gear train 51 and a differential gear 52) so that the ring gear 34
substantially cannot rotate relative to the drive shaft 53 of the
vehicle 10. This phrase “X substantially cannot rotate relative
to Y” means that X cannot relatively rotate to Y except for
looseness between the gears, etc. As a result, the rotary shaft
(second shaft) 42 of the second motor generator MG2 is
connected to the drive shaft 53 of the vehicle 10 and cannot
rotate when the vehicle 10 stops (that is, when the drive shaft
53 does not rotate).

Additionally, the ring gear 34 is connected to the output
gear 37 viathering gear carrier 36. As a result, the output gear
37 can be rotationally-driven by a torque input from the ring
gear 34 to the output gear 37. To the contrary, the ring gear 34
can be rotationally-driven by a torque input from the output
gear 37 to the ring gear 34.

The power distribution mechanism 50 has the gear train 51,
the differential gear 52 and the drive shaft 53.

The gear train 51 connects the output gear 37 and the
differential gear 52 with gear mechanism to allow power
transmission therebetween. The differential gear 52 is
installed to the drive shaft 53. The drive wheels 54 are
installed at the both ends of the drive shaft 53. As a result, the
torque from the output gear 37 is transmitted to the drive
wheels 54 viathe gear train 51, the differential gear 52 and the
drive shaft 53. The hybrid vehicle 10 can run by using this
torque transmitted to the drive shaft 53.

The battery 61 is a chargeable/dischargeable secondary
battery that supplies electric power to the first motor genera-
tor MG1 and the second motor generator MG2 to operate the
motors or stores electric power generated at the first motor
generator MG1 and the second motor generator MG2.

The battery 61 is electrically-connected to the first motor
generator MG1 via the first inverter 62, the second motor
generator MGG2 via the second inverter 63, and the battery
ECU 71. In other words, the battery 61 is connected to the first
motor generator MG1, the second motor generator MG2 and
the battery ECU 71 via always-connected energizing paths
thereto.

The first motor generator MG1 is rotationally-driven by
using the electric power supplied from the battery 61 via the
first inverter 62. The second motor generator MG2 is rota-
tionally-driven by using the electric power supplied from the
battery 61 via the second inverter 63. To the contrary, when
the first motor generator MG1 is generating electric power,
the electric power generated by the first motor generator MG1
is supplied to the battery 61 via the first inverter 62. When the
second motor generator MGG2 is generating electric power, the
electric power generated by the second motor generator MG2
is supplied to the battery 61 via the second inverter 63 in the
same manner as the above.

In addition, the electric power generated by the first motor
generator MG1 can be directly supplied to the second motor
generator M(G2, and the electric power generated by the sec-
ond motor generator MG2 can be directly supplied to the first
motor generator MG1.
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The power management ECU 70 (hereinafter referred to as
“PMECU 70”) is connected to the battery ECU 71 and the
motor ECU 72 so as to allow communications to exchange
information with the battery ECU 71, the motor ECU 72 and
the engine ECU 73. As a result, the information relating to the
battery 61 is input to/output from the PMECU 70 through the
battery ECU 71, the information relating to the inverters (62,
63) and the resolvers (97, 98) is input to/output from the
PMECU 70 through the motor ECU 72, and the information
relating to the sensors (91 to 96) is input to/output from the
PMECU 70 through the engine ECU 73.

For example, the state of charge of the battery 61 is input to
the PMECU 70, which value is calculated in the battery ECU
71. The state of charge is calculated based on an accumulated
value of inflow/outflow current of the battery 61, etc., by
using known methods.

Furthermore, a signal representing the rotational speed
Nm1 of the first motor generator MG1 (hereinafter referred to
as “MG1 rotational speed Nm1”) and a signal representing
the rotational speed Nm2 of the second motor generator MG2
(hereinafter referred to as “MG?2 rotational speed Nm2”) are
input to the PMECU 70.

The motor ECU 72 calculates the MG1 rotational speed
Nm1 based on “an output value of the resolver 97 that is
installed on the first motor generator MG1 and outputs a value
depending on the rotational position (angle of rotation) of the
rotary shaft 41 of the first motor generator MG1”. The motor
ECU 72 similarly calculates the MG2 rotational speed Nm2
based on “an output value of the resolver 98 that is installed on
the second motor generator MG2 and outputs a value depend-
ing on the rotational position (angle of rotation) of the rotary
shaft 42 of the second motor generator MG2”. In other words,
a signal representing the rotational position (angle of rota-
tion) of the first motor generator MG1 and a signal represent-
ing the rotational position (angle of rotation) of the second
motor generator MG2 are input to the motor ECU 72.

Additionally, a various sort of output signals representing
the engine status is input to the PMECU 70 through the engine
ECU 73. The output signals representing the engine status
includes output signals generated from an air flow meter 91,
a throttle valve position sensor 92, a coolant water tempera-
ture sensor 93, an engine rotation speed sensor 94, a knocking
sensor 95 and an air-fuel ratio sensor 96.

Furthermore, the PMECU 70 is connected to a power
switch 81, a shift position sensor 82, an accelerator position
sensor 83, a brake switch 84 and a vehicle speed sensor 85,
and thus output signals generated from the sensors are input
thereto.

The PMECU 70 sends instructions for controlling the bat-
tery 61 to the battery ECU 71, instructions for controlling the
motor generators (MG1, MG2) to the motor ECU 72, and
instructions for controlling the engine 20 to the engine ECU
73, based on the input information. Furthermore, the PMECU
70 stores and keeps parameters required for those instructions
(e.g., the offset amounts of the resolvers 97, 98, and param-
eters relating to the control of the air-fuel ratio of the engine
20).

Furthermore, the motor ECU 72 sends instruction signals
to the first inverter 62 and the second inverter 63 based on
instructions from the PMECU 70. The motor ECU 72 thereby
controls the first motor generator MG1 by using the first
inverter 62 and also the second motor generator MG2 by
using the second inverter 63.

Additionally, the engine ECU 73 controls the engine 20 by
sending instruction signals to the throttle valve actuator 22a,
the fuel injector 23 and the ignition device 24, etc., based on
instructions from the PMECU 70.
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The power switch 81 is a system start-up switch of the
hybrid vehicle 10. The PMECU 70 determines the instruction
to start-up the system when the power switch 81 is used (i.e.,
pushed) under the condition that a vehicle key is inserted into
a key slot and a brake pedal is depressed, which components
are not illustrated in the figure. After that, the PMECU 70
checks whether or not the vehicle 10 can run, and if the
vehicle 10 can run (hereinafter referred to as “ready-on state”™)
then the PMECU 70 shows information accordingly on a
control panel (not illustrated in the figure), etc.

The shift position sensor 82 is configured to generate sig-
nals representing a shift position that is selected with a shift
lever installed at a location adjacent to the driver’s seat in the
hybrid vehicle 10 to enable the driver to handle the shift lever,
which lever is not illustrated in the figure. The shift positions
include P (the parking position), R (the reverse position), N
(the neutral position), D (the drive position) and B (the posi-
tion where the engine brake is to be actively used).

The accelerator position sensor 83 is configured to gener-
ate output signals representing the degree of control of an
accelerator pedal (accelerator control amount AP) that is
installed to enable the driver to handle the accelerator pedal,
which pedal is not illustrated in the figure.

The brake switch 84 is configured to generate output sig-
nals representing that the brake pedal is being used when the
brake pedal is pushed, which pedal is installed to enable the
driver to handle the brake pedal and is not illustrated in the
figure.

The vehicle speed sensor 85 is configured to generate out-
put signals representing the speed of the hybrid vehicle 10.

The air flow meter 91 is configured to measure the amount
of air entered into the engine 20 per unit time and generate
signals representing the amount of air (intake air amount).

The throttle valve position sensor 92 is configured to mea-
sure the opening degree of the throttle valve 22 (i.e., throttle
valve position) and generate signals representing the mea-
sured throttle valve position.

The coolant water temperature sensor 93 is configured to
measure the temperature of coolant water of the engine 20 and
generate signals representing the measured temperature of
the coolant water.

The engine rotation speed sensor 94 is configured to gen-
erate pulse signals with every predetermined angle rotation of
the crankshaft 25 in the engine 20. The engine ECU 73
obtains the number of rotation of the crankshaft 25 per unit
time (i.e., engine rotation speed) Ne based on the pulse sig-
nals.

The knocking sensor 95 is installed on the surface part of
the engine 20. The knocking sensor 95 is configured to mea-
sure the vibration of the engine 20 and generate signals
depending on the vibration. The engine ECU 73 obtains the
knock intensity based on the signals.

The air-fuel ratio sensor 96 is installed at a location
upstream of the exhaust purification catalyst 28a, which loca-
tion is a portion of the exhaust manifold 26 to which portion
the exhaust gas is to be collected. The air-fuel ratio sensor 96
is configured to measure the air-fuel ratio of exhaust gas and
generate output signals depending on the air-fuel ratio mea-
sured on the exhaust gas (measured air-fuel ratio).

The resolver 97 is a rotational position detector to detect a
rotational position of the rotary shaft 41 of the first motor
generator MG1. The resolver 97 is installed on the rotary shaft
41 of the first motor generator M(G1 so as not to allow the rotor
of'the resolver 97 to relatively rotate to the rotary shaft 41. As
a result, the rotor of the resolver 97 rotates along with the
rotation of the rotary shaft 41. The resolver 97 is configured to
output signals depending on the rotational position of the
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rotary shaft 41. The motor ECU 72 obtains the rotational
position of the rotary shaft 41 based on the signals. The motor
ECU 72 also obtains the rotational speed Nm1 of the rotary
shaft 41 based on the change of the signals per unit time.

The resolver 98 is a rotational position detector to detect
rotational positions of the rotary shaft 42 of the second motor
generator MG2. The resolver 98 is installed on the rotary shaft
42 of the second motor generator MG2 so as not to allow the
rotor of the resolver 98 to relatively rotate to the rotary shaft
42. As aresult, the rotor of the resolver 98 rotates along with
the rotation of the rotary shaft 42. The resolver 98 is config-
ured to output signals depending on the rotational position of
the rotary shaft 42. The motor ECU 72 obtains the rotational
position of the rotary shaft 42 based on the signals. The motor
ECU 72 also obtains the rotational speed Nm2 of the rotary
shaft 42 based on the change of the signals per unit time.

These are the schematic configuration of a system where
the first device is applied to the hybrid vehicle 10.
<Concept of Performing Control>

Next, the concept of performing the control in the first
device will be described by referring to FIG. 2. FIG. 2 is a
“schematic flowchart” that illustrates the way of the control
executed by the first device.

The first device determines, at step 210, whether or not
there is a request for obtaining offset amount at this moment.
For example, the first device determines that there is a request
for obtaining offset amount, when a member having an
impact on the offset amount (e.g., the resolvers 97, 98) is
replaced or repaired, and an engineer provides the request for
obtaining offset amount (instruction signal) to the first device,
and furthermore the user pushes the power switch 81 for the
first time after the request is provided to the first device and
thereby the first device recognize the request.

The vehicle 10 has the first motor generator MG1, the
second motor generator MG2, the resolver 97 and the resolver
98. Because of this configuration, the request for obtaining
offset amount may occur separately for each of the resolver
97 and the resolver 98. In this explanation, however, the first
device determines at step 210 that “there is the request for
obtaining offset amount” when the request occurs for at least
one of the resolver 97 and the resolver 98, for the sake of
convenience in understanding the concept of performing con-
trol in the first device.

When the first device determines that there is the request
for obtaining offset amount at this moment, the first device
determines as “Yes” at step 210 to proceed to step 220.

At step 220, the first device determines whether or not the
vehicle 10 stops at this moment. The first device makes this
determination based on an output value of the vehicle speed
sensor 85, etc. When the vehicle 10 stops at this moment, the
first device determines as “Yes™ at step 220 to proceed to step
230.

At step 230, the first device determines whether or not the
engine 20 is running at this moment. The first device makes
this determination based on an output value of the engine
rotational speed sensor 94 (engine rotational speed Ne), etc.
When the engine 20 is running at this moment, the first device
determines as “Yes” at step 230 and proceeds to step 240 to
perform a procedure for obtaining offset amount (note: a
specific procedure is described below in detail). Thereby, the
offset amount of the resolver (97, 98) is obtained. Further-
more, the first device stores the obtained offset amount in the
PMECU 70 at step 240.

On the other hand, when the engine 20 is not running at this
moment, the first device determines as “No” at step 230 and
proceeds to step 250 to start the engine 20. After that, the first
device proceeds to step 240 to perform the procedure for
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obtaining offset amount. As described above, the procedure
for obtaining offset amount (step 240) is performed while the
engine is running.

To the contrary, when there is not the request for obtaining
offset amount or the vehicle 10 does not stop at this moment,
the first device determines as “No” at step 210 or step 220.
Then, the procedure for obtaining offset amount is not per-
formed in these cases.

As described above, in the case that the engine 20 stops
when the first device determines that there is a request for
obtaining offset amount, the first device performs the proce-
dure for obtaining offset amount while the engine 20 is run-
ning. Thus, the first device can prevent the noise during
obtaining offset amount from being recognized by the user of
the vehicle 10 as far as possible, and consequently the first
device can obtain the offset amount without causing uncom-
fortable feeling on the user of the vehicle 10 as far as possible.

These are the explanations of the first device.

2. Second Device

Next, an embodiment to explain the hybrid vehicle of the
present invention more specifically will be described below.
The control device according to this embodiment is herein-
after referred to as “second device”. The second device is
applied to the same vehicle 10 as the first device.
<Concept of Performing Control>

The vehicle 10 has the resolver 97 to obtain the rotational
position of the rotary shaft 41 of the first motor generator
MGT1 and the resolver 98 to obtain the rotational position of
the rotary shaft 42 of the second motor generator MG2.
Because of this configuration, the request for obtaining offset
amount may occur separately for each of the offset amount of
the resolver 97 (hereinafter referred to as “first offset
amount”) and the offset amount of the resolver 98 (hereinafter
referred to as “second offset amount™). In view of this, the
second device obtains one or both of the first offset amount
and the second offset amount as needed.
<Actual Operation>

An actual operation of the second device will be described
below.

In the second device, the CPU of the PMECU 70 (herein-
after referred to as “PM”) executes the respective routines in
FIG. 3 to FIG. 5 for obtaining offset amount at every prede-
termined time. Hereinafter, the respective routines performed
in the PM will be described in detail.

The PM executes the “offset amount obtaining routine”
indicated by the flowchart in FIG. 3 at every predetermined
time (e.g., the power switch 81 is pushed and an instruction to
start-up the system is sent to the PMECU 70). By this routine,
the PM determines whether or not there is a request for
obtaining one or both of the first offset amount and the second
offset amount, and then the PM performs one or both of a
procedure for obtaining the first offset amount (hereinafter
referred to as “procedure for obtaining first offset amount™)
and a procedure for obtaining the second offset amount (here-
inafter referred to as “procedure for obtaining second offset
amount”) based on the determination.

In particular, the PM starts a process at step 300 in FIG. 3
at a predetermined time and then proceeds to step 310. The
PM determines, at step 310, whether or not there is (the both
of) the request for obtaining first offset amount and the
request for obtaining second offset amount. For example,
these requests are provided by the engineer when the member
having an impact on the offset amount (e.g., one or both of the
resolvers 97, 98) is replaced or repaired, as same as the first
device.
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When there are the both of the request for obtaining first
offset amount and the request for obtaining second offset
amount at this moment, the PM determines as “Yes” at step
310 to proceed to step 320. At step 320, the PM obtains the
first offset amount by executing the routine illustrated in FIG.
4.

In particular, when proceeding to step 320 of FIG. 3, the
PM executes the “first offset amount obtaining routine” indi-
cated by the flowchart in FIG. 4. By this routine, the PM
performs the procedure for obtaining first offset amount
while considering the status of the vehicle 10.

The routine in FIG. 4 is different from the routine in FIG. 2
only in that step 210 is deleted and step 410 is employed in
place of step 240. The other steps in FIG. 4 for executing the
same processing as those steps in FIG. 2 are attached with the
same step-numbers as those steps in FIG. 2. Detailed descrip-
tion is thus omitted regarding these steps.

When the PM starts the process at step 400 in FIG. 4, the
PM determines whether or not the vehicle 10 stops and
whether or not the engine 20 is running at this moment at step
220 and step 230. When the vehicle 10 stops and the engine 20
is running at this moment, the PM proceeds to step 410
through step 220 and step 230. On the other hand, when the
vehicle 10 stops but the engine 20 is not running, the PM
proceeds to step 250 through step 220 and step 230, and then
proceeds to step 410 after starting the engine 20.

The PM performs, at step 410, the procedure for obtaining
first offset amount. As described above, the rotary shaft 41 of
the first motor generator MG1 is connected to the crank shaft
25 (output shaft) of the engine 20 and can rotate even when
the vehicle 10 stops (that is, even when the drive shaft 53 does
not rotate).

In particular, the alignment chart in FIG. 6 illustrates the
relationship between rotational speeds of the rotary shafts of
gears (the sun gear 32, the planetary gears 33 and the ring gear
34) in the planetary gear mechanism 31 to which the rotary
shaft 41 of the first motor generator MG1. In brief, in FIG. 6 A
and FIG. 6B, the ordinate axis represents rotational speeds of
the sun gear axis (S), the planetary carrier axis (C) and the ring
gear axis (R), and the abscissa axis represents gear ratios of
each gear (the p on the abscissa axis represents a ratio of teeth
number of the sun gear 32 to that of the ring gear 34)

For example, referring to the example illustrated in FIG.
6A, when the crank shaft 25 of the engine 20 is rotating at a
rotational speed of Ne (that is, the planetary carrier axis (C)
connected to the crank shaft 25 is rotating at the rotational
speed Ne) and the ring gear 34 is rotating at a rotational speed
of Nm2, one point corresponding to the rotational speed Ne is
defined regarding the planetary carrier axis (C) and the other
point corresponding to the rotational speed Nm2 is defined
regarding the ring gear axis (R). In this case, the sun gear axis
rotates at a rotational speed of Nm1 that corresponds to the
intersection point of the line (L) through the defined two
points and the sun gear axis (S).

Next, referring to FIG. 6B, the rotational speeds of the
three shaft when the vehicle 10 stops and the engine 20 is
running as this embodiment are explained. When the vehicle
10 stops, the ring gear shaft (R), which is connected to the
drive shaft 53 of the vehicle 10, does not rotate. Thus, the
rotational speed of the ring gear shaft is zero. Then, a point
corresponding to the rotational speed zero is defined regard-
ing the ring gear axis (R). Furthermore, when the engine 20 is
running as this embodiment, the planetary carrier shaft (C)
rotates at a rotational speed of Ne corresponding to a rota-
tional speed of the crank shaft 25. Then, a point correspond-
ing to the rotational speed Ne is defined regarding the plan-
etary carrier axis (C). In this case, the sun gear axis rotates at
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arotational speed of Nm1 that corresponds to the intersection
point of the line (L) through the defined two points and the sun
gear axis (S). As explained above, the rotary shaft 41 (sun gear
axis) of the first motor generator MG1 can rotate even when
the vehicle 10 stops (that is, even when the rotational speed of
the ring gear 34 is zero).

Furthermore, each magnitude of torque on the sun gear axis
(S), the planetary carrier axis (C) and the ring gear axis (R)
(each torque based on instructions from the PMECU 70 to the
motor generators MG1, MG2, and torque based on instruc-
tions from the PMECU 70 to the engine 20) can be defined by
considering equilibrium of torque on the alignment chart. In
particular, for example, see patent literatures such as JP 2009-
126450 A (US 2010/0241297) and JP 09-308012 A (U.S. Pat.
No. 6,131,680 filed on Mar. 10, 1997). These literatures are
incorporated herein by reference.

In addition, the mode to rotate the sun gear axis (S) along
with the rotation of the planetary carrier axis (C) as illustrated
in FIG. 6B substantially without generating torque on the sun
gear axis (S) is referred to as “the mode to passively rotate the
first motor generator MG1 (the rotary shaft 41, sun gear
axis)”.

Referring to FIG. 4 again, the PM performs the procedure
for obtaining offset amount (the procedure for obtaining first
offset amount), at step 410, while the rotary shaft 41 of the
first motor generator MG1 is rotating along with the output
shaft (the crank shaft 25) of the running engine 20 (in other
words, while the first motor generator MG1 is passively
rotated).

For example, the PM obtains the d-axis voltage, in the
magnetic polar coordinate system (the d-q coordinate system)
of the first motor generator MG1, while controlling the first
motor generator MG1 so that the d-axis current and the g-axis
current are zero (in other words, the output torque of the first
motor generator MG1 is zero). In this instance, the angle
between the horizontal axis (the d-axis) in the magnetic polar
coordinate system (the d-q coordinate system) and the direc-
tion of the obtained d-axis voltage varies depending on the
offset amount. In view of this fact, the PM obtains the first
offset amount based on this angle (for example, please see JP
2004-266935). This procedure for obtaining offset amount is
hereinafter referred to as “first procedure”. In general, the first
procedure has higher detection accuracy in offset amount
compared with that of the second procedure described below.
In addition, the PM may actually control signals to the first
motor generator MG1 so that the angle becomes zero instead
of obtaining the first offset amount itself.

After that, the PM proceeds to step 495 to end this routine
once. The PM then backs to step 320 in FIG. 3 and proceeds
to step 330. At step 330, the PM obtains the second offset
amount by executing the routine illustrated in FIG. 5.

In particular, when proceeding to step 330 of FIG. 3, the
PM executes the “second offset amount obtaining routine”
indicated by the flowchart in FIG. 5. By this routine, the PM
performs the procedure for obtaining second offset amount
while considering the status of the vehicle 10.

The routine in FIG. 5 is different from the routine in FIG. 2
only in that step 210 is deleted and step 510 is employed in
place of step 240. The other steps in FIG. 5 for executing the
same processing as those steps in FIG. 2 are attached with the
same step-numbers as those steps in FIG. 2. Detailed descrip-
tion is thus omitted regarding these steps.

When the PM starts the process at step 500 in FIG. 5, the
PM determines whether or not the vehicle 10 stops and
whether or not the engine 20 is running at this moment at step
220 and step 230. When the vehicle 10 stops and the engine 20
is running at this moment, the PM proceeds to step 510
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through step 220 and step 230. On the other hand, when the
vehicle 10 stops but the engine 20 is not running, the PM
proceeds to step 250 through step 220 and step 230, and then
proceeds to step 510 after starting the engine 20.

The PM has already determined that the engine 20 is run-
ning in the routine in FIG. 4 (see step 230 and step 250 in F1G.
4) in this embodiment, and thus proceeds to step 510 to
perform the procedure for obtaining second offset amount. As
described above, the rotary shaft 42 of the second motor
generator MG2 is connected to the drive shaft 53 of the
vehicle 10 and cannot rotate when the vehicle 10 stops (that is,
when the drive shaft 53 does notrotate). In view ofthis, at step
510, the PM performs a procedure for obtaining offset
amount that is different from the procedure for obtaining first
offset amount.

For example, the PM obtains the value of the g-axis current,
in the magnetic polar coordinate system (the d-q coordinate
system), while generating the predetermined detective mag-
netic field around the rotor of the second motor generator
MG?2 (for example, in the case that the rotational position of
the rotor calculated from the output value of the resolver 98 is
angle Or, while generating the magnetic field so that the direc-
tion of magnetic flux sequentially moves from angle 6r-10
deg to angle Or+10 deg). After that, the PM specifies the angle
Omin that corresponds to the detective magnetic field (the
direction of magnetic flux thereof) where the absolute value
of the amount of the g-axis current is the minimum value. In
this instance, “the difference between the angle Omin and the
angle Or” represents the second offset amount. In view of this
fact, the PM obtains the second offset amount based on the
difference. This procedure for obtaining offset amount is
hereinafter referred to as “second procedure”. In addition, the
PM may actually control signals to the second motor genera-
tor M2 so that the angle becomes zero instead of obtaining
the second offset amount itself.

After that, the PM proceeds to step 595 to end this routine
once. The PM then backs to step 330 in FIG. 3 and proceeds
to step 395 to end this routine once.

As described above, in this embodiment, in the case that
there are (the both of) the request for obtaining first offset
amount and the request for obtaining second offset amount,
the PM performs the procedure for obtaining first offset
amount and the procedure for obtaining second offset amount
in this order.

To the contrary, in the case that there is the request for
obtaining first offset amount but there is not the request for
obtaining second offset amount, the PM determines as “No”
at step 310 to proceed to step 340. At step 340, the PM
determines whether or not there is the request for obtaining
first offset amount. In this case, the PM determines as “Yes”
at step 340.

Next, the PM proceeds to step 350 to perform the proce-
dure for obtaining first offset amount as same as step 320 (see
FIG. 4). After that, the PM proceeds to step 395 to end this
routine once.

As described above, in the case that there is the request for
obtaining first offset amount but there is not the request for
obtaining second offset amount, the PM performs only the
procedure for obtaining first offset amount and does not per-
form the procedure for obtaining second offset amount.

On the other hand, in the case that there is not the request
for obtaining first offset amount but there is the request for
obtaining second offset amount, the PM determines as “No”
at step 310 and step 340 to proceed to step 360. At step 360,
the PM determines whether or not there is the request for
obtaining second offset amount. In this case, the PM deter-
mines as “Yes” at step 360.
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Next, the PM proceeds to step 370 to perform the proce-
dure for obtaining second offset amount as same as step 330
(see FIG. 5). After that, the PM proceeds to step 395 to end
this routine once.

As described above, in the case that there is not the request
for obtaining first offset amount but there is the request for
obtaining second offset amount, the PM performs only the
procedure for obtaining second offset amount and does not
perform the procedure for obtaining first offset amount.

In addition, in the case that there are neither the request for
obtaining first offset amount nor the request for obtaining
second offset amount, the PM determines as “No” at step 310,
step 340 and step 360 in FIG. 3, and then proceeds to step 395
to end this routine once. In this case, the PM proceeds neither
the procedure for obtaining first offset amount nor the proce-
dure for obtaining second offset amount.

As described above, the second device obtains one or both
of the first offset amount and the second offset amount as
needed. In this instance, the procedure for obtaining first
offset amount and the procedure for obtaining second offset
amount are performed while the engine 20 is running, and
consequently the second device can obtain the first offset
amount and the second offset amount without causing
uncomfortable feeling on the user of the vehicle 10 as far as
possible. Furthermore, the first offset amount and the second
offset amount are obtained through the appropriate proce-
dures in consideration of the configuration of the vehicle 10
(the rotary shaft 41 of the first motor generator MG1, the
rotary shaft 42 of the second motor generator MG2 and the
rotation of each gear in the planetary gear mechanism 31),
and consequently the second device can obtain the first offset
amount and the second offset amount accurately as far as
possible. These are the explanations of the second device.

3. Third Device

Next, the embodiment described below is a control device
of'the hybrid vehicle that allows or prohibits the vehicle 10 to
run depending on the status whether or not the offset amount
is obtained. The control device according to this embodiment
is hereinafter referred to as “third device”. The third device is
applied to the same vehicle 10 as the first device.
<Concept of Performing Control>

As described above, if the motors (the first motor generator
MGT1 and the second motor generator MG2) are operated
without using appropriate offset amounts (the first offset
amount and the second offset amount), the performance of the
motors do not as good as the original performance. In view of
this, the third device prohibits the vehicle 10 to run until the
appropriate offset amount is obtained.
<Actual Operation>

An actual operation of the third device will be described
below.

In the third device, the PM executes the routine in FIG. 7 to
control the vehicle and the routines in FIG. 3 to FIG. 5 for
obtaining offset amount at every predetermined time. Here-
inafter, the respective routines performed in the PM will be
described in detail.

The PM executes the “vehicle run control routine” indi-
cated by the flowchart in FIG. 7 at every predetermined time
(e.g., the power switch 81 is pushed and an instruction to
start-up the system is sent to the PMECU 70). By this routine,
the PM determines whether or not there is a request for
obtaining one or both of the first offset amount and the second
offset amount, and then the PM prohibits the vehicle 10 to run
until obtaining the first offset amount and the second offset
amount.
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In particular, the PM starts a process at step 700 in FIG. 7
at a predetermined time and then proceeds to step 710. The
PM determines, at step 710, whether or not there is at least one
of'the request for obtaining first offset amount and the request
for obtaining second offset amount. For example, these
requests are provided by the engineer when the member hav-
ing an impact on the offset amount (e.g., one or both of the
resolvers 97, 98) is replaced or repaired, as same as the first
device.

When there is at least one of the request for obtaining first
offset amount and the request for obtaining second offset
amount at this moment, the PM determines as “Yes” at step
710 to proceed to step 720. At step 720, the PM prohibits the
vehicle 10 to run. For example, the PM does not shift the
status of the vehicle 10 to the ready-on status (the status in
which the vehicle 10 can run according to the use’s instruc-
tion), even if the power switch 81 is pushed to start running
the vehicle 10.

Next, the PM proceeds to step 730. At step 730, the PM
executes the offset amount obtaining routine indicated by the
flowchart in FIG. 3. Each step that the PM executes in the
routine of FIG. 3 (and the routines of FIG. 5 and FIG. 6
executed in FIG. 3) is the same step as in the second device.
Detailed description is thus omitted regarding step 730.

The PM executes the process in step 730 and then proceeds
to step 740. At step 740, the PM allows the vehicle 10 to run.
For example, the PM shifts the status of the vehicle 10 to the
ready-on state. After that, the PM proceeds to step 795 to end
this routine once.

As described above, in the case that there is the request for
obtaining at least one of the first offset amount and the second
offset amount, the PM prohibits the vehicle 10 to run until
obtaining the offset amount(s).

In addition, in the case that there are neither the request for
obtaining first offset amount nor the request for obtaining
second offset amount, the PM determines as “No” at step 710,
and then proceeds to step 740. At step 740, the PM allows the
vehicle 10 to run and then proceeds to step 795 to end this
routine once.

As described above, the third device prohibits the vehicle
10 to run until the offset amounts (the first offset amount and
the second offset amount) are obtained by executing the pro-
cedures for obtaining offset amounts (the procedure for
obtaining first offset amount and the procedure for obtaining
second offset amount). As a result, the PM can run the hybrid
vehicle with appropriate offset amounts as far as possible.

These are the explanations of the third device.

4. General Overview of Embodiments

As described referring to FIG. 1 to FIG. 7, the control
device according to the embodiments of the present invention
(the first device and the third device) is applied to a hybrid
vehicle 10 comprising an internal combustion engine 20, a
motor MG1, MG2 and a rotational position detector 97, 98 to
detect arotational position of a rotary shaft 41, 42 of the motor
(see FIG. 1).

The control device of the above embodiment (the first
device) performs a procedure for obtaining an offset amount
according to a request for obtaining the offset amount, which
offset amount is a difference between a detected rotational
position of the rotary shaft 41, 42 with the rotational position
detector 97, 98 and an actual rotational position of the rotary
shaft 41, 42 (see step 420 in FIG. 2).

Furthermore, the control device of the above embodiment
(the first device) performs the procedure for obtaining the
offset amount while the engine 20 is running (see step 230 to
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step 250 in FIG. 2), when the vehicle 10 stops (when deter-
mining as “Yes” at step 220 in FIG. 2) in the case that the
control device determines that there is the request for obtain-
ing the offset amount (in the case that determining as “Yes™ at
step 210 in FIG. 2).

In particular, the hybrid vehicle 10 to which the control
device of the above embodiment (the second device) com-
prises:

a first motor MG1 having a rotary shaft 41 connected to an
output shaft 25 of the engine 20 and is rotatable even when the
vehicle 10 stops, and a second motor MG2 having a rotary
shaft 42 connected to a drive shaft 53 of the vehicle 10 and is
non-rotatable when the vehicle 10 stops, as the motor (MG1,
MG2); and

a first rotational position detector 97 to detect a rotational
position of the rotary shaft 41 of the first motor MG1, and a
second rotational position detector 98 to detect a rotational
position of the rotary shaft 42 of the second motor MG2, as
the rotational position detector (97, 98).

The control device of the above embodiment (the second
device) is configured:

to perform a procedure for obtaining a first offset amount
according to a request for obtaining the first offset amount,
which first offset amount is a difference between a detected
rotational position of the rotary shaft 41 of the first motor
MG1 with the first rotational position detector 97 and an
actual rotational position of the rotary shaft 41 (see step 320
in FIG. 3, etc.), and to perform a procedure for obtaining a
second offset amount according to a request for obtaining the
second offset amount, which second offset amount is a dif-
ference between a detected rotational position of the rotary
shaft 42 of the second motor MG2 with the second rotational
position detector 98 and an actual rotational position of the
rotary shaft 42 (see step 330 in FIG. 3, etc.).

Furthermore, the control device of the above embodiment
(the second device) performs, when the vehicle 10 stops in the
case that the control device determines that there is the
request for obtaining first offset amount (when determining
as “Yes” at step 220 in FIG. 4), the procedure for obtaining the
first offset amount while the rotary shaft 41 of the first motor
MG1 is rotating along with a rotation of the output shaft of the
running engine 20 (see step 230, step 250 and step 410in F1G.
4), and

performs, when the vehicle 10 stops in the case that the
control device determines there is the request for obtaining
second offset amount (when determining as ““Yes” at step 220
in FIG. 5), the procedure for obtaining the second offset
amount while the engine 20 is running (see step 230, step 250
and step 510 in FIG. 5).

Furthermore, the control device of the above embodiment
(the second device) is configured to perform the procedure for
obtaining the first offset amount and the procedure for obtain-
ing the second offset amount in this order (see step 320 and
step 330 in FIG. 5), when the control device determines that
there is both of the request for obtaining the first offset
amount and the request for obtaining the second offset
amount (when determining as “Yes” at step 310 in FIG. 3).

Additionally, the control device of the above embodiment
(the third device) is configured to prohibit the vehicle 10 to
run (see step 720 in FIG. 7) until the offset amount is obtained
by performing the procedure for obtaining the offset amount
(until finishing the process at step 730 in FIG. 7), when the
control device determines that there is the request for the
obtaining offset amount (when determining as “Yes” at step
710 in FIG. 7).

In particular, the control device of the above embodiment
(the third device) is configured:
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to prohibit the vehicle 10 to run until the first offset amount
is obtained by performing the procedure for obtaining the first
offset amount (the routine of FIG. 4 executed in the process at
step 730), when the control device determines that there is the
request for obtaining the first offset amount (when determin-
ing as “Yes” at step 710); and

to prohibit the vehicle 10 to run until the second offset
amount is obtained by performing the procedure for obtaining
the second offset amount (the routine of FIG. 5 executed in
the process at step 730), when the control device determines
that there is the request for obtaining the second offset amount
(when determining as “Yes” at step 710).

5. Other Embodiments

The present invention is not limited within the above spe-
cific embodiments, various modifications corrections may be
made without departing from the scope of the invention.

For example, the second device performs the procedure for
obtaining first offset amount and the procedure for obtaining
second offset amount in this order, when preforming the both
of the procedures. However, the order of the procedure for
obtaining first offset amount and the procedure for obtaining
second offset amount is not necessarily limited to the order in
FIG. 3. For example, the procedure for obtaining first offset
amount may be performed after the procedure for obtaining
second offset amount, and the procedures may be concur-
rently performed.

Furthermore, for example, the vehicle 10, to which the
control device of each embodiment (the first device and the
third device) is applied, has two motors (the first motor gen-
erator MG1 and the second motor generator MG2). However,
the control device of the present invention may be applied to
a vehicle having one motor or a vehicle having three or more
motors.

In addition, the PMECU 70, as the control device, is con-
figured to store the offset amounts with regard to the control
device of each embodiment (the first device and the second
device). However, any combination of multiple ECUs includ-
ing other ECUs (e.g., the motor ECU 72) may be regarded as
the control device of the present invention, and the offset
amounts may be stored in any ECU (e.g., the motor ECU 72)
other than the PMECU 70.

Furthermore, the control devices in the above embodi-
ments (the first device to the third device) employ the first
procedure and the second procedure as examples of the pro-
cedure for obtaining offset amount. However, specific steps to
realize the procedure for obtaining offset amount may be
appropriate steps that are designed while considering condi-
tions where the steps are performed and detection accuracy in
the offset amount. In other words, procedures other than the
first procedure and the second procedure may be employed.

As described above, the present invention is applicable as
the control device that can obtain offset amount(s) of rota-
tional position detector(s) mounted on a hybrid vehicle with-
out causing uncomfortable feeling on users of the vehicle as
far as possible.

The invention claimed is:

1. A vehicle run control device for a hybrid vehicle, the
vehicle run control device comprising:

an internal combustion engine;

a first motor having a first rotary shaft connected to an
output shaft of the internal combustion engine and being
rotatable even upon the hybrid vehicle stopping;

a second motor having a second rotary shaft connected to a
drive shaft of the hybrid vehicle and being non-rotatable
upon the hybrid vehicle stopping;
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a first resolver to detect a rotational position of the rotary
shaft of the first motor;
a second resolver to detect a rotational position of the
second rotary shaft of the second motor, as the rotational
position detector; and
an electric control unit having control logic configured to
cause the electric control unit to:
perform a procedure for obtaining a first offset amount
according to a request for obtaining the first offset
amount, the first offset amount being a difference
between a detected rotational position of the first
rotary shaft of the first motor with the first resolver
and an actual rotational position of the rotary shaft,
and

perform a procedure for obtaining a second offset
amount according to a request for obtaining the sec-
ond offset amount, the second offset amount being a
difference between a detected rotational position of
the second rotary shaft of the second motor with the
second resolver and an actual rotational position of
the second rotary shaft,
wherein the electric control unit being further configured to
perform:
upon the hybrid vehicle stopping and the electric control
unit determining there being the request for obtaining
the first offset amount, obtaining the first offset
amount while the first rotary shaft of the first motor
being rotating along with a rotation of the output shaft
of a running internal combustion engine; and

upon the hybrid vehicle stopping and the electric control
unit determining there being the request for obtaining
the second offset amount, obtaining the second offset
amount while the internal combustion engine is run-
ning; and

10

20

25

30

22

allowing the hybrid vehicle to run in response to at least
one of the obtaining the first offset amount and the
second offset amount.

2. The control device according to claim 1, wherein the
electric control unit being configured to perform the proce-
dure for obtaining the first offset amount and the procedure
for obtaining the second offset amount in this order, upon the
electric control unit determining there being both of the
request for obtaining the first offset amount and the request
for obtaining the second offset amount.

3. The control device according to claim 2, wherein the
electric control unit being configured to:

prohibit the hybrid vehicle to run until the first offset

amount being obtained by performing the procedure for
obtaining the first offset amount, upon the electric con-
trol unit determining there being the request for obtain-
ing the first offset amount; and

prohibit the hybrid vehicle to run until the second offset

amount being obtained by performing the procedure for
obtaining the second offset amount, upon the electric
control unit determining there being the request for
obtaining the second offset amount.

4. The control device according to claim 1, wherein the
electric control unit being configured to:

prohibit the hybrid vehicle to run until the first offset

amount being obtained by performing the procedure for
obtaining the first offset amount, upon the electric con-
trol unit determining there being the request for obtain-
ing the first offset amount; and

prohibit the vehicle to run until the second offset amount

being obtained by performing the procedure for obtain-
ing the second offset amount, upon the electric control
unit determining there being the request for obtaining
the second offset amount.
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